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From 2007 to 2010, six airspace design methods were developed by NASA with the goal
of dynamically changing sector boundaries to reduce imbalances between air traffic demand
and control capacity. These airspace design methods were evaluated in either or both fast-
time and human-in-the-loop air traffic simulations. Whereas all of the six airspace design
methods share a common goal — to reduce demand and capacity imbalances by redrawing
sector boundaries — each method uses a different approach to achieve this goal. The
objective of this paper is to capture desired attributes of a dynamic airspace design method.
That is, using the previous simulations’ data, identify attributes from the six methods that
increase air traffic system benefit and generate airspace designs that are acceptable to air
traffic controllers. The intent of this paper is not to specify a particular airspace design
method. Rather, the intent is to compile a list of desired attributes of a consolidated airspace
design method that may be implemented in the future for further evaluation and
development. Results show that the system benefit and the controller acceptance level of
redrawn airspace boundaries increased most with attributes that enhanced the output
sectors’ alignment to the direction of traffic flow. They are clean-sheet followed by local-
improvement redrawing approach, aircraft count and sector design cost function base, and
modified topology from the input airspace. Another attribute, implicit output sector number
specification, increased the system benefit when compared to explicit specification.

I. Introduction

ASA has been conducting research and development in future airspace that is flexible, dynamic, and adaptable

based on air traffic demand. In the current U.S. national airspace system, imbalances between traffic demand
and control capacity are mainly addressed by reducing demand, with use of traffic flow restrictions such as ground
delay and rerouting. For the future airspace, adjusting the capacity portion of the imbalances by changing airspace is
proposed.' As a part of this effort, six airspace design methods have been developed between 2007 to 2010, with the
goal of dynamically changing airspace boundaries to decrease the demand-capacity imbalances.”'* With this
decrease, reduction in traffic flow restrictions is expected.'>'® To evaluate these design methods, a series of fast-time
and human-in-the-loop air traffic simulations were performed. These studies include assessment of the benefits of
redrawn sectors relative to the original ones,'”?’ and human factors issues such as the controllers’ subjective
acceptance level of the redrawn sectors,”* operational feasibility,” and the effect of sector boundary changes on
the controllers’ subjective workload ratings.***

Whereas all six dynamic airspace design methods share a common goal — to reduce demand and capacity
imbalances by changing airspace boundaries — each method uses a different approach to achieve this goal. For
example, the inner boundaries of input airspace are either modified or discarded and replaced with a new clean-sheet
design. The objective of this paper is to capture desired attributes of a dynamic airspace design method. That is, to
identify from among the attributes of the six methods that increase both the air traffic system benefit and the
controller acceptance level of redrawn airspace boundaries. First, attributes of the six airspace design methods are
cataloged according to a taxonomy developed for this purpose. Next, air traffic system benefits and controller
acceptance levels of dynamic airspace are compiled from previous studies that investigated the relative performance
of the six methods. Finally, the compiled benefits and acceptance levels are converted into a relative scale, which is

! Aerospace Engineer, Aerospace High Density Operations Branch, MS 210-10; jaewoo.jung@nasa.gov, Senior
Member, ATAA.
? Research Scientist, Flight Trajectory Dynamics and Controls Branch, MS 210-10; karl.bilimoria@nasa.gov,
Associate Fellow, AIAA.
1
American Institute of Aeronautics and Astronautics

This material is declared a work of the U.S. Government and is not subject to copyright protection in the United States.



Downloaded by NASA AMES RESEARCH CENTRE on April 17, 2013 | http://arc.aiaa.org | DOI: 10.2514/6.2012-5539

used to identify desired attributes. The intent of this paper is not to specify a particular airspace design method.
Rather, the intent is to compile a list of desired attributes of a consolidated airspace design method that may be
implemented in the future for further evaluation and development.

The paper is organized as follows. Section II briefly describes the six airspace design methods, shows how an
attribute catalog was developed, and presents this catalog. Section III describes fast-time and human-in-the-loop air
traffic simulations in brief, and shows a compilation of air traffic system benefits and controller acceptance levels of
dynamic airspace. Section IV describes steps taken to identify desired attributes, and presents the results. The paper
is concluded in Section V.

II. Dynamic Airspace Design Method Attribute Catalog

In this section, the six airspace design methods are briefly described in the first subsection. The following
subsection shows a process used to develop an attribute catalog, and presents this catalog.

A. Dynamic Airspace Design Methods

A dynamic airspace design method uses an algorithm to change input airspace boundaries to accommodate input
traffic demand. Six airspace design methods have been developed by NASA and its research partners. These
methods are identified as CellGeoSect, FlightLevel, Graph-based, SectorFlow, Voronoi, and Dynamic Airspace Unit
(DAU), using the same naming convention as in Ref. 19. Algorithms in these methods all apply a cost function and
constraints to generate output airspace that reduces imbalances between the input air traffic demand and control
capacity.

CellGeoSect combines two methodologies into one; Cell*® and GeoSect.*® The Cell part of this method
tessellates input airspace with hexagons, then groups them to generate output airspace. The GeoSect part refines this
resulting airspace locally. FlightLevel” vertically partitions input airspace. Graph-based method®’ partitions a graph
of traffic routes within input airspace to generate output airspace. SectorFlow method'®!" clusters flight track points
in input airspace to generate interim output airspace, then refines this locally. Voronoi'>"? partitions input airspace
by using Voronoi diagrams. DAU'* moves the inner boundaries of input airspace in predefined increments to
generate output airspace.

B. Attribute Catalog

Attributes of the six dynamic airspace design methods are organized into four groups: redrawing approach, cost
function base, output sector number specification, and output airspace topology. These groups are discussed below.
Because some methods are being developed beyond their final delivery to NASA, and each method can be
configured in multiple ways to redraw sectors, this cataloguing effort is limited to the version and the configuration
of each method that was used to redraw high-altitude sectors for five air traffic simulations. These simulations are
described in the following section. With this limitation, Table 1 shows an attribute catalog of the six airspace design
methods.

1. Redrawing Approach

The Redrawing Approach has three categories: clean-sheet, local-improvement, and clean-sheet followed by
local-improvement. Clean-sheet indicates a method is using only the outer boundary of input airspace to generate
output airspace, disregarding any inner boundaries. Local-improvement indicates a method is locally modifying the
inner boundaries of input airspace to generate output airspace. Clean-sheet followed by local-improvement indicates
a method is using both approaches sequentially.

2. Cost Function Base

The Cost Function Base has two categories: aircraft count, and aircraft count and sector design. Aircraft count
indicates a method is using aircraft counts and count-related metrics, such as the number of aircraft moved from one
region of airspace to another over a period, to assemble a cost. Aircraft count and sector design indicates a method is
using geometric design features,” such as a sector’s elongation and alignment with respect to the direction of traffic
flows, in addition to aircraft count to assemble a cost.

3. Output Sector Number Specification
The number of sectors in output airspace is specified in two categories: explicit and implicit. Explicit
specification indicates a method can determine the number of output sectors before the method runs. Implicit
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specification indicates that this number is not determined before a method runs, typically involving iterations to
generate a specific number of output sectors.

4. Output Airspace Topology

The Topology of output airspace has two categories: preserved and modified. Preserved indicates the spatial
relationships among the output sectors are the same as the input ones. For example, if three-sector input airspace
were arranged as west, center, and east sectors, the same relationships exist in the output airspace. Modified
indicates these spatial relationships are not the same as the input.

Table 1. Dynamic airspace method attribute catalog

Airspace Design Redrawing Cost Function Output Sector Output Airspace
Method Approach Base Number Specification Topology

CellGeoSect CL AS E M
Dynamic Airspace Unit L A E P
FlightLevel C A E M
Graph-based C A 1 M
SectorFlow CL AS E M
Vornoi C AS 1 M

C: Clean-sheet A: Aircraft count E: Explicit M: Modified from

.. the input airspace
L: Local-improvement ~ AS: Aircraft count and I: Implicit P P

CL: Clean-sheet and sector design P: Preserved as

. the input airspace
local-improvement p P

III. Air Traffic Simulations and Previous Airspace Design Method Evaluations

This section describes fast-time and human-in-the-loop air traffic simulations, along with associated benefits and
controller acceptance levels, in three subsections. The first subsection describes three fast-time simulations and the
second subsection describes two human-in-the-loop (HITL) simulations. The third subsection shows a compilation
of the system benefits and the controller acceptance levels from these simulations.

A. Fast-time Air Traffic Simulation

The three fast-time simulations were performed using the Airspace Concept Evaluation System.?” The scope of
the first simulation was the high-altitude airspace of the continental United States, 24,000 feet and above. This
airspace was reconfigured twice using three dynamic airspace design methods, CellGeoSect, SectorFlow, and
Voronoi, to accommodate two different 24 hour traffic demands. A nominal traffic demand from year 2005, and 1.5
times of this demand were used.”

The scope of the second simulation was the airspace above 24,000 ft in the Kansas City Air Route Traffic
Control Center (ZKC). This airspace was reconfigured to accommodate 24 hour traffic demand using all six
methods."”” Two-times year 2007 nominal traffic demand was used. The first and the second simulations assumed
good weather condition.

In the third simulation, the same airspace as the second simulation was tested. Four methods, CellGeoSect,
DAU, SectorFlow, and Voronoi, were used to reconfigure this airspace to accommodate two hour weather rerouted
traffic demand."” Nominal traffic demand from year 2007 was increased by 15 percent, then rerouted to avoid
regions of airspace with severe weather from a different day.
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B. HITL Air Traffic Simulation

The two HITL simulations were performed in the Airspace Operations Laboratory at NASA Ames Research
Center. The scope of the first simulation was four sectors in ZKC that include airspace at 29,000ft and above. This
airspace was reconfigured using three dynamic airspace design methods, CellGeoSect, DAU, and SectorFlow, to
accommodate artificial traffic demands.” Traffic demand was designed to have two 10 to 20 minutes peaks above
the control capacity of input airspace.

The second simulation used four and seven sectors in ZKC, above 34,000 ft, in two tests. This airspace was
reconfigured using four methods, CellGeoSect, DAU, SectorFlow, and Voronoi, to accommodate weather rerouted
traffic.”' Input from subject matter experts was used to reroute nominal traffic to avoid simulated convective weather
cells in both tests. In both HITL simulations, controllers’ subjective acceptance levels of the redrawn sectors were
surveyed.

C. Summary of Airspace Design Method Evaluation

Table 2 shows a compilation of air traffic system benefits and controller acceptance levels from the fast-time and
HITL air traffic simulations of participating methods, with data from Refs. 17 and 19-21. In this table, these
references’ nomenclatures are used where available. Also, underlined values indicate the best performance within a
column, and blank cells indicate non-participation in the simulation. Columns 1-13 of Table 2 are metrics used to
assess air traffic system benefits. In particular, columns 1, 5-7, and 10-11 assessed decrease in the average flight
delay. Column 2 assessed increase in the average throughput, which is defined as a ratio between the numbers of
actual landings and planned ones over a period. Columns 3, 8-9, 12-13 assessed increase in control resource
utilization. This utilization is defined as a ratio between traffic demand and capacity, with the maximum value of 1
or 100%. Column 4 assessed an efficiency in the use of control resource. That is, for a given traffic demand, smaller
number of sectors were considered as more efficient use of the control resource. Columns 14 and 15, with grey
background, are controller acceptance levels. Data from the first HITL simulation are excluded from this table and
also from the study. This is due to a significant difference in developmental states of the participating methods to the
rest of simulations.

Table 2. Air traffic system benefits and controller acceptance levels. For Fast-time 3, c indicates case.
For HITL 2, s indicates number of sectors.

Fast-
Fast-Timel Time Fast-Time3 HITL 2
2

Airspace RtéRgéapdE”s d FFUU FFUUZZ

Design o o : cl :c2 :cl:cl | s4 : s7T : s4:5s7 : s4 : 57

Method | (70 1 (%) : LR %) OO
CellGeoSect | 31 : 33 0.18 : 593 68 50 143 66 : 66 | 70 125 76 : 86 : 3.5 4.1
DAU 23 84 :92 :62:62 |70 163 . 75 : 83 . 25 2.6
FlightLevel 25
Graph-based 18
SectorFlow 55 159 16+ 1031 30 44 1 44 1 6566 | 63 115 174 86 : 3.3 4.6
Vornoi 50 : 63 0.17 : 565 58 67 154 163 :64 57 1160 :75:76 ;43 2.4
R, : Recovered average total delay R, : Recovered average throughput ~ Opg: STD of flight count/capacity
n, : Total number of sectors d : Average total flight delay F : Number of delayed/rerouted flights
U : Control resource utilization Z : Controller acceptance level
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IV. Desired Attributes of a Dynamic Airspace Design Method

In this section, the steps taken to identify desired attributes of a dynamic airspace design method are described,
and the results are presented. The main idea is to transfer air traffic system benefits and acceptance levels of airspace
design methods to attributes, on a relative scale. This transfer is performed in five steps: 1) conversion of the
attribute catalog, represented in Table 1, into a method-attribute matrix, 2) conversion of values in system benefit
metrics and acceptance levels, represented in Table 2 using a relative scale, 3) summation of the converted system
benefits for methods, and the same for the converted acceptance levels, 4) transfer of the summed system benefits to
attributes via matrix multiplication, and the same for the summed acceptance levels, and 5) normalization of the
resulting two matrixes of the last step for number of times each attribute was evaluated for system benefits, and for
acceptance levels, respectively. Each step is described in details below.

In the first step, the attribute catalog of the six airspace design methods, shown in Table 1, is converted to a six-
by-nine method-attribute matrix o, Eq. (1). In a, rows correspond to airspace design methods, columns to
attributes, and 1 indicates that the column attribute is in the method.

In the second step, benefits and acceptance levels in Table 2 are converted using a relative scale. This is done by
mapping values in each column of Table 2 to three classes, high, medium, and low, according to their performance.
For columns with four participating methods, medium is mapped twice. For example, the sixth column is converted
to medium, low, high, and medium, from the top. The fifth column, with six participating methods, is converted to
high, low, medium, low, medium, and high, from the top. When a column contains the same values, additional
information, such as standard deviation of these values, are used in the mapping. Two exceptions are in columns 10
and 13. Due to lack of additional information to distinguish the two same values in these columns, column 10 is
mapped to low, low, medium, and high, and column 13 to high, medium, high, and low. Once this classification is
completed, relative scale values of 1.5, 1.0, and 0.5 are assigned to high, medium, and low, respectively, to facilitate
numerical operations. The result of this conversion, f3, is shown in Eq. (2). The blank cells in Table 2, which
indicated non-participation, are replaced with Os in .

In the third step, air traffic system benefits, now converted to the relative scale values in columns 1 to 13 of S,

are summed for methods then transposed to a one-by-six matrix (E ﬁb)T, Eq. (3). Controller acceptance levels,

C,L,CL,A,AS,E, I, M, P

A

CellGeoSect
DAU
- FlightLevel (N
Graph-based
SectorFlow

S O O O = O
S = O O O =
S O = = = O
—_—— O O O =
S = O = = =
- O = o © o
—_— e e O

Vornoi

- o = = O © —
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converted to the relative scale values in columns 14 and 15 of 3, are summed then transposed to another one-by-six
matrix (E B )T , Eq. (4).

In the fourth step, the summed air traffic system benefits are transferred to attribute by multiplying (E /J’b)T
with o, resulting in a one-by-nine matrix y;, Eq. (5). The summed controllers’ acceptance levels of airspace design

methods are transferred to attributes by multiplying (2 /J’Z)T with a, resulting in another one-by-nine matrix, y,,
Eq. (6).

13\
( Eﬁb] =[135 55 1 05 15 145] ®)

column=1 \ }

|

CellGeoSect, DAU, FlightLevel, Graph-based, SectorFlow, Voronoi

A

15\ [ |
( E/J’Z] =[2 15 0 0 25 2] )
column=14
13\
Vb=[ Eﬂb) xa 5)
column=1
15\
Vz=( Eﬁz] xa (6)
column=14

In the fifth and the final step, relative air traffic system benefits of the nine attributes, C, L, CL, 4, A4S, E, I, M, P,
are normalized by dividing each value in y;, by the number of times a corresponding attribute was evaluated for
system benefits. For example, the clean-sheet redrawing approach attribute, C, is in FlightLevel, Graph-based, and
Voronoi. The FlightLevel was evaluated for air traffic system benefits once, as indicated in column five of Table 2.
The Graph-based was evaluated once, in the same column. The Voronoi was evaluated 13 times, as shown in
columns 1 to 13 of Table 2. Therefore, a normalization factor of C for system benefits is 15 (1+1+13). Relative
controllers’ acceptance levels of the attributes, y,, are normalized with a similar process. Table 3 shows the number

of times each attribute was evaluated for system benefits and acceptance levels.

Table 3. Attribute normalization factors

. Cost Function Output Sector Output Airspace
Redrawing Approach Base Number Topolo

Specification pology

C L CL A AS E I M P
Times included in : : :

System Benefit 15 9 26 11 39 1 36 14 : 41 9
Evaluations : : :
Times included in : : :

Acceptance Level 2 2 4 2 6 : 6 2 6 2
Evaluations : : :

C: Clean-sheet A: Aircraft count E: Explicit M: Modified from

. the input airspace
L: Local-improvement ~ AS: Aircraft count and I: Implicit Py P

CL: Clean-sheet and sector design P: Preserved as

. the input airspace
local-improvement P p
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The results of steps one to five are two one-by-nine matrixes: normalized relative air traffic system benefits of
the nine attributes, yj, , and normalized relative controller acceptance levels of the attributes, y, . Larger values in

these matrixes indicate more benefit and better acceptance level, with the maximum possible value of 1.5. These
transfer steps include two limitations. First, the relative scaling in the step two does not reflect differences of
performance magnitudes within a system benefit metric. For example, if 100 , 99, and 98 were mapped to high,
medium, and low, so were 100, 2, and 1. Second, the summation in the step three assumes that the benefit metrics in
Table 2 have equal importance.

To identify desired attributes of a dynamic airspace design method that increase both the air traffic system
benefit and the controller acceptance level of redrawn airspace boundaries the most, the normalized relative system
benefit and acceptance level of the nine attributes, y; versus y,, are plotted in Fig. 1. This figure indicates that CL

in the Redrawing Approach group, 4S in the Cost Function Base group, / in the Output Sector Number Specification
group, and M in the Output Airspace Topology group are identified as most desired. Since two airspace design
methods, FlightLevel and Graph-based, were evaluated only once for the system benefit and none for the controller
acceptance level, these methods had limited impact on identification of the desired attributes.

1.2

1.1 =CL

Qm—
Zun

1.0 7

jesl

0.9
0.8 1

0.7 ¢
A

0.6 =L.P
06 0.7 0.8 0.9 1.0 1.1 1.2
Normalized relative controller acceptance level

Normalized relative air traffic system benefit

Figure 1. Yp vs. Yz . L and P share the same location,
and I is above C. Attributes in Redrawing Approach group are shown in green,
Cost Function Base in Orange, Output Sector Number Specification in blue, and
Output Airspace Topology in red.

Based on the above results, the following observations are made. First is the performance difference between
output airspace topology attributes M, modified from the input airspace, and P, preserved as the input airspace.
Intuitively, if the spatial relationships among the output sectors were the same as the input ones, this output airspace
would be familiar to the controllers. Therefore, higher acceptance level was expected for P over M. However, all
acceptance levels came from the second HITL air traffic simulation, where traffic flow direction changed from the
nominal to avoid regions of airspace with severe weather. Therefore, higher acceptance level of M over P indicates
that the output sectors’ alignment to the direction of flow was more important to the controllers than preserving the
topology of the input airspace. Next is the performance difference between cost function base attributes, A, aircraft
count, and A4S, aircraft count and sector design. By considering output sectors’ geometric design features, such as
their elongation and alignment to the direction of traffic flows, 4S outperformed 4 by far, both in system benefit and
acceptance level. The last is the performance difference between redrawing approach attributes C, clean-sheet, and
CL, clean-sheet followed by local-improvement. By refining the clean-sheet output airspace with local
modifications, CL modestly improved performance of C in both system benefit and acceptance level.
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V. Conclusion

From 2007 to 2010, six dynamic airspace design methods have been developed. These airspace design methods
were evaluated in fast-time and human-in-the-loop air traffic simulations. Whereas all of the six dynamic airspace
design methods share a common goal — to reduce demand and capacity imbalances by changing airspace boundaries
— each method uses a different approach to achieve this goal. The objective of this paper is to capture desired
attributes of a dynamic airspace design method. That is, to identify attributes of the six methods that increase both
air traffic system benefit and controller acceptance level of redrawn airspace boundaries most. To meet this
objective, first, attributes of the six methods are cataloged using four groups: Redrawing Approach, Cost Function
Base, Output Sector Number Specification, and Output Airspace Topology. Next, air traffic system benefits and
controller acceptance levels of redrawn airspace are compiled from the earlier studies that investigated the relative
performance of the six methods. Finally, the compiled benefits and acceptance levels are transferred to the attributes
in a relative scale. From this, attributes that enhanced the output sectors’ alignment to the direction of traffic flow
are found to increase the system benefit and the acceptance level most. They are clean-sheet followed by local-
improvement attribute in the Redrawing Approach group, aircraft count and sector design attribute in the Cost
Function Base group, and modified from the input airspace attribute in the Output Airspace Topology group.
Another one, implicit attribute in the Output Sector Number Specification group, increased the system benefit when
compared to explicit specification. These four desired attributes are identified within the taxonomy and the relative
scale developed for this study. Therefore, a consolidated airspace design method is expected to be implemented in
the future for further evaluation and development.

References

1Kopardekar, P., Bilimoria, K. D., and Sridhar, B., “Initial Concepts for Dynamic Airspace Configuration,” AIAA 2007-
7763, 7th ATAA Aviation Technology, Integration and Operations Conference, Belfast, Northern Ireland, Sep. 2007.

2Yousefi, A., Sabhanani, G., Mitchell, J., Kostitsyna, 1., Hoffman, R., and Hackney, B., “Final Report on Dynamic Airspace
Allocation Algorithms and Benefits of Dynamic Airspace Allocations,” NASA NRA report ARCE-N706-0910-034, Sep. 2010.

*Drew, M., “Analysis of an Optimal Sector Design Method,” IEEE/AIAA 27" Digital Avionics Systems Conference, St.
Paul, Minnesota, Oct. 2008.

“Sabhnani, G. R., Yousefi, A., and Mitchell, J. S. B., “Flow Conforming Operational Airspace Sector Design,” AIAA 2010-
9377, 10" ATAA Aviation Technology, Integration, and Operation (ATIO) Conference, Fort Worth, Texas, Sep. 2010.

SSabhnani, G. R., “Geometric Algorithms for Dynamic Airspace Sectorization,” Ph.D. Dissertation, Computer Science Dept.,
Stony Brook University, Stony brook, New York, May 2009.

*Wong, G. L., “Analysis of Different Cost Functions in the Geosect Airspace Partitioning Tool,” IEEE/AIAA 28" Digital
Avionics Systems Conference, Orlando, Florida, 2009.

"Leiden, K., Peters, S., and Quesada, S., “Flight Level-based Dynamic Airspace Configuration,” AIAA 2009-7104, 9 ATAA
Aviation Technology, Integration, and Operation (ATIO) Conference, Hilton Head, South Carolina, Sep. 2009.

8Li, J., Wang, T., Savai, M., and Hwang, 1., “Graph-Based Algorithm for Dynamic Airspace Configuration,” Journal of
Guidance, Control, and Dynamics, Vol. 33, No. 4, 2010, pp. 1082, 1094.

°Li, J., Wang, T., Savai, M., and Hwang, 1., “A Spectral Clustering Based Algorithm for Dynamic Airspace Configuration,”
AIAA 2009-7056, 9™ AIAA Aviation Technology, Integration, and Operation (ATIO) Conference, Hilton Head, South Carolina,
Sep. 2009.

%Brinton, C., Leiden, K., Hall, B., Hinkey, J., Aldous, J., Savai, M., Wei, J., and Hwang, 1., “Final Technical Specifications
of Dynamic Airspace Configuration Algorithms,” NASA NRA report, Aug. 2010.

"Brinton, C., Leiden, K., and Hinkey, J., “Airspace Sectorization by Dynamic Density,” AIAA 2009-7102, o ATAA
Aviation Technology, Integration, and Operation (ATIO) Conference, Hilton Head, South Carolina, Sep. 2009.

2Xue, M., “Three dimensional Sector Design with Optimal Number of Sectors,” AIAA 2010-8290, AIAA Guidance,
Navigation, and Control Conference and Exhibit, Toronto, Ontario, Canada, Aug. 2010.

BXue, M., “Airspace Sector Redesign Based on Voronoi Diagrams,” Journal of Aerospace Computing, Information, and
Communication, Vol. 6, 2009, pp. 624, 634.

“Klein, A., Lucic, P., and Rodgers, M., “Dynamic Airspace Allocation as a Function of Equipage, Traffic Density, and
Weather: Dynamic Airspace Units (DAU) Software Rulebase Enhancement,” NASA NRA report, Jan. 2011.

15 Palopo, K., Chatterji, G. B., and Lee, H., “Interaction of Airspace Partitions and Traffic Flow Management Delay,” AIAA
2010-9295, 10" ATAA Aviation Technology, Integration, and Operation (ATIO) Conference, Fort Worth, Texas, Sep. 2010.

"Lee, H., Chatterji, G. B., and Palopo, K., “Interaction of Airspace Partitions and Traffic Flow Management Delay with
Weather,” 30" Digital Avionics Systems Conference, Seattle, Washington, Oct. 2011.

17Jung, J., Lai, C. F., and Zelinski, S., “Benefits of Mid-Term Flexible Airspace Management in Presence of Weather,” AIAA
2011-6690, ATAA Guidance, Navigation, and Control Conference and Exhibit, Portland, Oregon, Aug. 2011.

3 ee, P. U., Brasil, C., Homola, J., Kessell, A., Lee, H., Mainini, M., and Prevot, T, “Benefits and Feasibility of the Flexible
Airspace Management Concept: A Human-in-the-loop Evaluation of Roles, Procedures, and Tools,” oth USA/Europe Air Traffic
Management Research and Development Seminar, Berlin, Germany, 2011.

8
American Institute of Aeronautics and Astronautics



Downloaded by NASA AMES RESEARCH CENTRE on April 17, 2013 | http://arc.aiaa.org | DOI: 10.2514/6.2012-5539

Zelinski, S. and Lai, C. F., “Comparing Methods for Strategic Dynamic Airspace Configuration,” 30" Digital Avionics
Systems Conference, Seattle, Washington, Oct. 2011.

27elinski, S., “A Comparison of Algorithm Generated Sectorization,” 8" USA/Europe Air Traffic Management Research
and Development Seminar, Napa, California, Jul. 2009.

Hlee, H. E., Lee, P. U., Jung, J., and Lai, C. F., “User Selection Criteria of Airspace Design in Flexible Airspace
Management,” 30" Digital Avionics System Conference, Seattle, Washington, Oct. 2011.

2 ee, P. U., Prevot, T., Homola, J., Lee, H., Kessell, A., and Smith, N., “Sector Design and Boundary Change
Considerations for Flexible Airspace Management,” AIAA 2010-9376, 10" AIAA Aviation Technology, Integration, and
Operation (ATIO) Conference, Fort Worth, Texas, Sep. 2010.

BHomola, J., Lee, P. U., Prevot, T., Lee, H., Kessell, A., Brasil, C., and Smith, N., “A Human-in-the-Loop Exploration of the
Dynamic Airspace Configuration Concept,” AIAA 2010-8293, AIAA Guidance, Navigation, and Control Conference and
Exhibit, Toronto, Ontario, Canada, Aug. 2010.

AL ee, P. U., Prevot, T., Homola, J., Lee, H., Kessell, A., Brasil, C. and Smith, N., “Impact of Airspace Reconfiguration on
Controller Workload and Task Performance,” 3rd Int. Conference on Applied Human Factors and Ergonomics, Miami, Florida.,
Jul. 2010.

25Jung, J., Lee, P. U,, Kessell, A., Homola, J., and Zelinski, S., “Effect of Dynamic Sector Boundary Changes on Air Traffic
Controllers,” AIAA 2010-8289, AIAA Guidance, Navigation, and Control Conference and Exhibit, Toronto, Ontario, Canada,
Aug. 2010.

2(’Chatterji, G., Zheng, Y., and Kopardekar, P., “Analysis of Current Sectors Based on Traffic and Geometry,” AIAA 2008-
7227, ATIAA Guidance, Navigation, and Control Conference and Exhibit, Honolulu, Hawaii, Aug. 2008.

27George, S. E., Satapathy, G., Manikonda, V., Wieland, F., Refai, M. S., and Dupee, R., “Build 8 of the Airspace Concept
Evaluation System,” ATAA 2011-6373, AIAA Modeling and Simulation Technologies Conference, Portland, Oregon, Aug. 2011.

9
American Institute of Aeronautics and Astronautics



